The debonding of cement emulsified asphalt mortar (CA mortar) is one of the main damage types in China railway track system II slab ballastless track. In order to analyze the influence of mortar debonding on the dynamic properties of CRTS II slab ballastless track, a vertical coupling vibration model for a vehicle-track-subgrade system was established on the base of wheel/rail coupling dynamics theory. The effects of different debonding lengths on dynamic response of vehicle and track system were analyzed by using the finite element software. The results show that the debonding of CA mortar layer will increase the dynamic response of track. If the length of debonding exceeds 1.95 m, the inflection point will appear on the vertical displacement curve of track. The vertical vibration acceleration of slab increases 4.95 times and the vertical dynamic compressive stress of CA mortar near the debonding region increases 15 times when the debonding length reaches 3.9 m. Considering the durability of ballastless track, once the length of debonding reaches 1.95 m, the mortar debonding should be repaired.
Introduction
China railway track system (CRTS) II slab ballastless track is a new type of track structure which is developed on the base of German's Burger slab ballastless track system. It has been widely used in the Beijing-Tianjin intercity railway and Beijing-Shanghai high-speed railway. The CRTS II slab ballastless track on the subgrade consists of rail, fastening system, track slab, cement emulsified asphalt mortar (CA mortar) layer, and concrete supporting layer. CA mortar layer, as a filling layer between track slab and concrete supporting layer, functions in supporting, load transfer, adjustment, and buffer action [1] [2] [3] [4] [5] . Field survey of Beijing-Shanghai highspeed railway shows that CA mortar layer of CRTS II slab ballastless track has broken away from the slab, the interface bonding strength has almost completely disappeared, and debonding between slab and CA mortar layer appeared. Figure 1 shows the phenomenon of debonding between slab and CA mortar layer of CRTS II slab ballastless track on field.
According to the analysis theory of spatial vibration of high-speed train and slab track system, Xiang et al. [6] studied the effect of voided slab induced by deteriorations of cement asphalt mortar layer, such as felt invalidation, dehiscence, embrittlement, and cataclasm, on vibration responses of the slab track. But there is no research report about effect of cement asphalt mortar disease on dynamic performance of CRTS II slab ballastless track. Xu and Cai [7] made the longitudinally connected ballastless track on earth subgrade as the research object and established a couple of dynamic models of train-longitudinally connected ballastless track on earth subgrade. The dynamic characteristics of track subjected to 300 and 350 km/h running speeds of CRH2-300EMU were analyzed. Song and Zhai [8] established the dynamic finite element model of the infrastructure above embankment for CRTS II slab ballastless track to analyze the dynamic stress distribution and transfer law of track and subgrade under the moving load at different speeds. According to the vehicle-track-subgrade interaction principle and finite element theory, Nan [9] established the dynamic finite element model of CRTS II slab ballastless track on subgrade and analyzed the vehicle safety and comfort and dynamic response of the track structure and subgrade. In addition, he studied the influence of fastener stiffness, mortar elastic modulus, and the supporting layer of elastic modulus on the ballastless track system. The deformation of track in subgrade is bigger than that of track in bridge and tube under the same train loading, because the foundation stiffness of subgrade is smaller than bridge and tube. Based on the wheel/rail coupling dynamics theory [10] [11] [12] [13] , this paper studied the effect of cement asphalt mortar disease on dynamic performance of CRTS II slab ballastless track.
Mechanism of Mortar Deterioration
CRTS II slab ballastless track is a kind of layered structure. It transmits the longitudinal, transverse, and vertical force by bond action between CA mortar layer and slab or concrete supporting layer. Bond failure between CA mortar layer and slab or concrete supporting layer is the cause of the emergence and development of mortar debonding.
The nature of bond between CA mortar layer and slab of CRTS II slab ballastless track is the interaction of contact interface, which is a complex physical and chemical process. It is a mechanical occlusion between CA mortar layer and slab in the macrolevel, and it is the adsorption, chemical bonding action, electrostatic attraction, and other composite actions after the molecular diffusion between CA mortar and concrete in the microlevel. Bond failure will occur at arbitrary weak position of contact interface between slab and CA mortar layer.
The debonding failure between slab and CA mortar layer is slip failure belonging to double materials interface bond failure, because the CRTS II slab ballastless track is a kind of layered structure. The chemical bonding and mechanical occlusion of bond interface decrease gradually under the temperature load. The debonding of bond interface will appear and the bond strength of bond interface cannot be restored after unloading. The mortar debonding will expand and mortar will be damaged in the beating action because of the high frequency vibration of track under repeated train loading after bond failure, which not only affects the smoothness, safety, and comfort of high-speed running, but also does not accord with the requirement of durability and reliability of high-speed railway.
Model of Vertical Vehicle-Track-Subgrade and Calculation Method
The debonding between CA mortar layer and slab affects mainly the vertical vibration of system, so this paper only considered the vertical vibration of vehicle, track, and subgrade. According to the wheel/rail system coupling dynamics theory [10] [11] [12] [13] , the vehicle-track-subgrade system vertical coupling vibration calculation model was established, which is shown in Figure 2 . The total length of model is 780 m and vehicle model was simulated by 6 motor cars and 2 trailer cars. Track was simulated by three-layer point-supported beam model which considered rail, slab, and concrete supporting layer. The rail, slab, and concrete supporting layer were simulated by Euler beam elements. The fastening systems were simulated by linear spring-damping elements. Under the assumption that the CA mortar layer along the transverse of slab debonded completely, the CA mortar layer was simulated by linear spring and damping elements to connect the slab and concrete supporting layer. The CA mortar layer in debonding area was simulated by nonlinear spring elements Advances in Materials Science and Engineering as shown in Figure 3 , where 0 is the height of the debonding between track slab and CA mortar, u is the compression of CA mortar, and f is the force acting on the CA mortar. Assuming the debonding between CA mortar layer and slab to be continuous, the subgrade was simulated by uniform linear spring and damping elements.
Each rolling stock is deemed to be a vibration system of 7 rigid bodies (1 car body, 2 bogies, and 4 wheel-sets) linked by a suspension spring and damping. The car body and bogies have 2 degrees of freedom, bouncing and pitching. For the wheel-sets, only 1 degree of freedom, bouncing, was taken into consideration. Each rolling stock has 10 degrees of freedom. The wheel/rail normal force was determined by Hertz nonlinear elastic contact theory.
According to the explicit dynamic theory, the explicit central difference method of large general explicit dynamic analysis program LS-DYNA was used to solve the dynamic response equation [14] .
Calculation Parameters and Model Validation
In this model, the rail type is CHN60, the fastener stiffness is 60 kN/mm, and the space of fastener is 650 mm. The slab of CRTS II slab ballastless track is connected by 6Φ20 mm steel bar to ensure the longitudinal continuity of track. In the calculation model, the slab model is continuous, and the beam length of slab model is equal to the total length of calculation. The slab model used C55 grade concrete, and the bending stiffness was obtained according to the width of The track irregularity is Germanic low-disturbance spectrum. Figure 4 shows the time domain random irregularity sample calculated according to Chen and Zhai [16] . ( is the distance apart from the left of the model.)
In order to verify the validity of train-track-subgrade vertical vibration model in this paper, the dynamic response was calculated in the condition of complete track. Figure 5 shows the vertical wheel/rail forces' time history of back wheel-set, which belongs to back bogie of the fifth motor car. Figure 6 shows the time history of vertical displacement of rail in the middle of the model.
The maximum dynamic response of simulation calculated in this paper was compared with Xu and Cai [7] , Nan [9] , and the actual measurement of Beijing-Tianjin intercity railway [17] . The comparison result is given in Table 1 . As shown in Table 1 , the simulation results, each paper, and the actual measurement have good consistency, which has verified the reliability of the calculation model.
Results and Analysis
Using the calculation model, the dynamic responses of track system in different debonding conditions were analyzed by changing the relevant parameters. The place of debonding was installed in the middle of the model. Figures 7  and 8 show the contrast curves of vertical relative displacement between slab and concrete supporting layer and the vertical vibration acceleration of slab in the middle model with no debonding and when debonding length is 0.65 m. Figure 9 shows the contrast curves of vertical dynamic compressive stress of CA mortar near the debonding area with no debonding and when debonding length is 0.65 m. The maximum dynamic responses of vehicle, track, and subgrade in the debonding area with debonding or not are shown in Table 2 .
Comparative Analysis with Debonding or Not.
Comparing with no debonding, the vertical vibration acceleration of vehicle changes small when the train passes over the debonding region, which is shown in Table 2 . The debonding has no effect on the maximum dynamic response of vehicle system, the maximum and minimum of wheel/rail vertical force, when the debonding length of CA mortar layer is 0.65 m. The random irregularity incentive still plays Advances in Materials Science and Engineering 5 Change ratio (%) the leading role in the wheel/rail interaction and dynamic responses of vehicle system. As shown in Figure 7 to Figure 9 and Table 2 , the debonding of CA mortar has influence on the dynamic responses of track structure. The vertical displacement of rail and slab, the vertical vibration acceleration, and the relative displacement between slab and concrete supporting layer will increase if the CA mortar layer has debonding, while the dynamic compressive stress of CA mortar layer will increase rapidly, about 4.4 times higher. The debonding of CA mortar layer has influence on the train loading transfer to the concrete supporting layer and subgrade, so the displacement and vertical vibration acceleration of concrete supporting layer and the dynamic compressive stress of subgrade decrease when the CA mortar layer has debonding.
Influence of Debonding Length of CA Mortar
Layer. In the middle of debonding area, the maximum vertical displacement of track structure in different lengths of debonding is shown in Figure 10 . As shown in Figure 10 , the maximum vertical displacements of rail and slab increase with the increase of debonding length. The vertical displacement of rail rises from 0.776 mm to 2.322 mm when the debonding length rises from 0 m to 3.9 m, which increases about 3 times. The vertical displacement of slab rises from 0.284 mm to 2.006 mm when the debonding length rises from 0 m to 3.9 m, about 7.08 times higher. But the maximum vertical displacement of concrete supporting layer decreases with the increase of debonding length. This shows that the forces transfer from rail to concrete supporting layer is smaller, and the debonding of CA mortar layer has advantages on the stress of concrete supporting layer and subgrade. The inflection points of rail, slab and concrete supporting layer's vertical displacement curves happen when the length of debonding is 1.95 m. In the middle of debonding area, the relative vertical displacement of track system in different debonding lengths is shown in Figure 11 . As shown in Figure 11 , the maximum vertical displacement of rail relative to slab changes a little with the increase of debonding length. This suggests that the increase of vertical displacement of rail is mainly due to the increase of the vertical displacement of slab. The vertical displacement of slab relative to the concrete supporting layer increases with the increase of debonding length. The relative displacement rises from 0.001 mm to 1.942 mm when the debonding length rises from 0 m to 3.9 m, because the debonding of CA mortar layer reduces the transfer of train loading. Figure 12 shows the vertical vibration acceleration of slab changing with the debonding length in the middle of the debonding region. As shown in Figure 12 , the vertical vibration accelerations up and down increase with the increase of debonding length. When the debonding length is 3.9 m, the vertical vibration accelerations up and down increase 4.2 times and 4.95 times, respectively, compared with no debonding. The vertical vibration acceleration of slab exceeds 10 g when the debonding length of CA mortar exceeds 1.95 m. The vertical dynamic compressive stress of CA mortar layer near the debonding region compared with no debonding is shown in Table 3 . Because of the difference of track irregularity in the whole model, the vertical dynamic compressive stress of CA mortar layer varies in different location and has little difference. As shown in Table 3 , the dynamic compressive stress of CA mortar layer in the same place increases rapidly with the increase of debonding length. When the length of debonding is 3.9 m, the dynamic compressive stress of CA mortar layer is 839.534 kPa, which increases by 15 times. The CA mortar layer will be damaged sequentially with the repeating actions of train loading; therefore, the debonding will increase. This is a vicious cycle, leading to a shortening of the ballastless track's service life.
According to the analysis above, the inflection point of vertical displacement in different places of track system happens when the length of debonding of CA mortar exceeds 1.95 m, the vertical vibration acceleration of slab exceeds 10 g, and the dynamic compressive stress of CA mortar increases by 15 times. So the debonding length of CA mortar between slab and concrete supporting layer of CRTS II slab ballastless track should be no more than 1.9 m.
Conclusions
A vertical coupling vibration model for vehicle-tracksubgrade was established according to the finite element method and the wheel/rail coupling dynamics theory. The effects of different debonding length on dynamic responses of vehicle and track structure in the debonding region were analyzed. Although the analysis model has its limitations, as the effect of the debonding of CA mortar layer along the transverse of slab on the dynamic responses of track which cannot be analyzed, the following conclusions can be drawn.
(1) The debonding length has little influence on the dynamic responses of vehicle system, and it has no effect on the comfort of driving, because the CRTS II slab ballastless track is continuous. (2) Debonding of CA mortar under the slab has a significant impact on the vibration of slab as well as the dynamic compressive stress of CA mortar near the debonding region. The vertical vibration acceleration of slab increases by 4.95 times and the dynamic compressive stress of CA mortar layer increases by 15 times when the debonding length reaches 3.9 m. (3) The debonding of CA mortar layer decreases the train loading transfer to the substructure, which leads to a decrease of the displacement of concrete supporting layer and the dynamic compressive stress under the debonding region. (4) Because of the debonding of CA mortar layer, the vertical displacement of rail and slab increases, and the dynamic compressive stress of CA mortar layer increases rapidly. Train loading causes "debonding of CA mortar-CA mortar deterioration-increase of debonding length, " which is a vicious cycle, leading to a shortening of the ballastless track's service life. For CRTS II type slab ballastless track, once the length of debonding reaches 1.95 m, the mortar debonding should be repaired immediately.
